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PREFACE 


D»cl  inc  in  Airlift  pilot  axpor  ionco  ooar  tha  past  fau  yaars  has 
bacoma  a  subjact  of  intansa  intarast  to  Mil itary  Airl 1ft  Command 
parsonnal  manasars  and  comatandars.  This  study  outlinas  that  concarn 
uith  application  toward  tha  projactad  C-17  manning  raqu  iraatant . 
Prasant  and  projactad  1990  pilot  axpar  ianca  and  manning  lavals  of 
all  airlift  systams  bacoma  tha  Kay  Ingradiants  of  tha  futura  ability 
to  man  tha  airlift  forca.  Acquisition  of  tha  C-9B  and  C-17  couplad 
uith  tha  airlift  total  forca  concapt  will  dr  iva  pilot  raquiramants 
through  tha  aarly  t990's.  Tha  act iva/rasar va  forca  mix  will  not 
only  dafina  thosa  raqu iramants ,  but  will  impact  tha  capability  of 
tha  actlva  forca  to  maat  tham.  Lowarad  axparianca  within  airlift 
1  ina  units  and  tha  projaction  of  an  awan  youngar  pilot  forca  by  1990 
astabl ishas  tha  naad  to  daualop  a  comprahans iva  plan  to  managa 
airlift  pilot  raqu  ir amants .  Tha  introduction  of  tha  C-17  into  tha 
airlift  inwantory  compounds  this  naad.  Tha  C-9  was  tha  last  naw 
airlift  major  weapon  systam  acquirad  by  tha  Air  Forca  and  past  pilot 
forca  managamant  decisions  offer  atany  valuable  lessons  for 
developing  tha  overall  plan.  This  paper  does  not  constitute  a 
manning  design  par  sa  ,  but  calls  for  a  development  of  a  cdTts  istant  1  y 
applied  master  manning  plan.  Tha  actual  plan  can  ba  developed  as 
specific  C-17  delivery  information  is  received.  _ 


I  would  1  iKa  to  acKnowladga  Major  Ul  1 1  iam  H.  Mills  from  AirliM 
Analysis.  Headquarters  Air  Forca  Manpower  and  Parsonnal  Canter  and 
Major  Larry  H.  Harris.  Directorate  of  Assignments.  Deputy  Chief  of 
Staff  for  Parsonnal.  Headquarters  Military  Airlift  Command.  Their 
assistance  in  providing  tha  analytical  data  relating  to  tha  manning 
of  major  airlift  weapon  systarns  was  invaluable. 
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"Hnsights  into  tomorrow’* 


EXECUTIVE  SUMMARY 


Part  of  our  College  mission  is  distribution  of  the 
students’  problem  solving  products  to  DoD 
sponsors  and  other  interested  agencies  to 
enhance  insight  into  contemporary,  defense 
related  issues.  While  the  College  has  accepted  this 
product  as  meeting  academic  requirements  for 
graduation,  the  views  and  opinions  expressed  or 
implied  are  solely  those  of  the  author  and  should 
not  be  construed  as  carrying  official  sanction. 


REPORT  NUMBER  85-2310 

AUTHOR(S)  MAJOR  NORMAN  SCHAULE,  USAF 

TITLE  G-17  PIIUT  MANNING:  THE  NEED  FOR  A  PLAN  BASED  ON  CAPABILITIES 
AND  LESSONS  LEARNED 


I.  To  establish  tne  need  for  a  comprehensive  pilot  manning  plan 
for  the  C-I7  as  the  aircraft  enters  the  airlift  inventory. 

II.  Problem;  Decreased  experience  in  strategic  and  tactical  airlift  units 
requires  immediate  attention  to  man  future  airlift  pilot  requirements.  As 
strategic  and  tactical  airlift  pilot  inventories  are  examined,  the  increased 
presence  of  younger  off  ;ers  substantiates  the  importance  of  pilot  experience 
management.  The  Air  Force  total  force  concept  will  impact  the  active  for^e 

airlift  assets  as  the  C-l?  is  delivered  in  the  early 

G.  A  plan  designed  to  account  for  each  aspect  of  airlift  pilot  resoui'ce 
management  is  required.  c  uuxue 

III.  The  USAF  Airlift  Master  Plan  documents  the  rationale  for  acqui- 
siticn  of  the  C-l 7  to  offset  the  airlift  shortfall  during  major  mobility^ 
requirements  and  to  help  modernize  the  airlift  force.  The  USAF  Airlift  Total 
Force  Plan  delineates  the  airlift  force  structure  within  the  active  and 

Together,  these  plans  form  the  found- 
atlon  of  the  overall  airlift  pilot  force  requirements  for  both  strategic 
and  tactical  airlift  through  the  early  1990*s.  Evaluation  of  present^nd 
projected  1990  pilot  inventories  show  significant  problem  areas  with  year 
group  distribution.  The  heavy  presence  jf  youth  and  distinct  shortage  of 
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________  CONTINUED _ 

"middle  rnginagement"  officers  could  present  experience  management  problems 
when  the  C-l?  is  Introduced  into  the  airlift  inventory.  To  complicate  the 
situation,  there  is  a  distinct  probability  that  reserve  force  airlift 
growth  (G-5,  C-141,  and  C-I30)  could  adversely  impact  active  force  pilot 
retention.  Experience  decline  within  line  units  is  inevitable  £is  the  C-l? 
is  delivered,  but  early  preparation  of  a  manning  plan  can  preclude  unit 
experience  dropping  below  minimum  acceptable  levels,  Paist  C-5  pilot 
resovirce  management  experiences  provide  excellent  lessons  applicable  to  the 
development  of  the  plan. 


IV.  Conclusioni  The  acquisition  of  the  C-l?  and  reduced  pilot  experience 
establishes  the  need  to  develop  a  concerted  manning  plan  that  can  be  con¬ 
sistently  applied  throughout  the  system's  implementation.  Application  of 
C-5  pilot  resource  management  experience  can  preclude  the  recurrence  of  many 
personnel  problems  which  have  plagued  the  C-5  airlift  force. 
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V.  Recommendation;  Air  Force  and  Military  Airlift  Command  personnel  maneigers 
should  develop  a  plan  for  manning  C-l?  and  other  airlift  assets  through  the 
early  1990'o.  This  plan  should  incorporate  the  lessons  learned  through  fif¬ 
teen  years  of  G-5  pilot  force  management  to  preclude  future  experience  and 
personnel  problems.  Early  implementation  of  this  plan  will  help  defray 
the  immediate  loss  of  experience  from  all  other  airlift  systems  as  C-l? 
initial  requirements  are  filled. 
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BASELINE  LOOK  AT  MAhWlNG  THE  C-17 
INTRODUCTION 


The  purpose  o-f  this  paper  is  to  looK  at  current  and  projected 
strategic  and  tactical  airlitt  pilot  manning  and  evaluate  the 
Military  Airlift  Command's  <MAC)  capability  to  man  the  C-17  as  it  is 
received  in  the  early  1990's.  MAC  has  not  manned  a  neu  major  weapon 
system  since  the  acquisition  of  the  C-5A  Galaxy  in  the  mid  1960's. 
Many  valuable  personnel  lessons  have  been  learned  through  that 
experience  as  well  as  the  subsequent  manning  policies  that  affected 
the  C-5  pilot  force.  By  applying  those  experiences  to  manning  the 
C-17  we  can  avert  many  of  the  problems  now  facing  the  C-5  pilot 
force.  Basically  this  study  will  examine  two  important  questions. 
First,  are  current  and  projected  active  force  airlift  pilot  manning 
and  experience  levels  sufficient  to  provide  for  future  manning 
requirements  of  the  C-17?  Secondly,  can  we  apply  those  lessons 
learned  from  the  past  manning  decisions  made  for  the  C-5A? 


BACKGROUND 


This  chapter  will  present  the  C-17  as  an  Integral  element  of 
the  future  airlift  system,  show  how  it  fits  into  that  system  and  how 
it's  addition  will  present  pilot  manning  problems.  Even  though 
there  will  be  problems,  force  modernization  must  be  initiated  to 
meet  future  airlift  mobility  requirements.  Pilot  experience 
management  is  one  specific  problem  important  to  the  sucess  of  the 
overall  plan  to  integrate  the  C-17  into  the  operational  airlift 
force  . 

The  United  States  Air  Force  Airlift  Master  Plan  <AMP)  documents 
the  need  for  the  C-17  and  also  encompasses  utilization  plans  for  all 
of  our  airlift  weapon  systems.  Another  important  planning  document, 
the  United  States  Air  Force  Airlift  Total  Force  Plan  (ATFP)  outlines 
the  future  airlift  active/reserve  force  mix.  These  planning 
documents  form  the  foundation  of  need  for  the  C-17  and  how  the 
aircraft  will  be  distributed  within  the  airlift  system.  The  AMP  is 
the  basis  for  long-term  airlift  management  and  employment  and 
provides  the  growth  necessary  to  reduce  the  present  airlift 
shortfall.  General  Gabriel  and  Secretary  Orr  state  in  their  Joint 
memorandum: 
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Th*  Airlift  Mastar  Plan  aynthaaizas  numaroua  national 
airlift  iaauaa ,  focuaing  on  tha  naad  to  maat  airlift 
ahortfalla  and  to  tnodarniza  airlift  forcaa.  Ua  axpact  Air 
Forca  plannara  at  all  lauala  to  uaa  thia  documant  in  thair 
da  1 ibarat  iona  and  daclaiona  to  aaaura  tha  airlift  naada 
of  tha  Unitad  Stataa  Armad  Forcaa  ara  mat  to  tha  dagraa 
poaaibla  within  funding  conatrainta.  (8il> 

Tha  AMP  clarifiaa  tha  poaitlon  of  tha  C-i7  in  tha  modarn  izat  ion 
procaaa ,  *Futura  airlift  plana  alao  Includa  tha  C-17,  praaantly 
achadulad  for  an  initial  oparat ional  capability  in  tha  aarly  1990'a’ 
<Sill-3>.  Sacratary  of  Oafanaa  Ula  inbargar  in  hia  FY  1995  Annual 
Raport  to  Congraaa  atataai 

Though  tha  FY  1999-99  program  maKaa  aignificant 
improuamanta  to  our  intarthaatar  airlift  capab il it iaa ,  our 
FY  1969  capability  will  not  maat  our  long-tarm  goala. 
Conaaquant ly ,  tha  FY  1989  budgat  includaa  a  raquaat  for 
funda  to  bagin  full-acala  anginaaring  daualopmant  of  tha 
C-17  cargo  aircraft.  <3il79> 

Through  tha  myriad  procaaaaa  of  dafanaa  planning  tha  C-17  haa  baan 
astabl  iahad  aa  important  to  attainmant  of  long  ranga  goala.  Tha  AMP 
is  an  intagral  part  of  that  planning  procaaa. 

Tha  AMP  aaaantially  doeumanta  tha  naad  to  improua  cur  airlift 
capability  if  ua  ara  to  offaat  tha  airlift  ahortfall.  In  May,  1994, 
Air  Forca  Magazina'a  Sanior  Editor  Edgar  Ulaamar  praaantad  an 
excallant  capaul izat  ion  of  tha  AMP  and  auma  up  tha  airlift 
ahortf al  1  i 

USAF'S  nau  Airlift  Maatar  Plan,  a  cohaaiua  roadmap  for 
corracting  axiating  ahortfalla  and  maating  futura  mobility 
raqu iramanta ,  ia  tha  diatillation  and  capatona  of 
aauantaan  major  mobility  atudiaa  conductad  cuar  tha  paat 
dacada,  all  of  which  concludad  that  airlift  raquiramanta 
far  excaad  capab  i  1  it  iaa .  (Ii98> 

Ulaamar  states  that  tha  major  mobility  study  uaad  in  the  AMP,  the 
Congress ional  ly  Mandated  Mobility  Study  (ChMS>,  aubatant lataa  the 
intarthaatar  airlift  raquiramant  in  a  variety  of  scenarios  aa 
66,000,000  ton  milaa  par  day  <66  MTM/D>  <1I98>.  Tha  AMP  projects 
that  in  1999,  aftar  the  acquisition  of  the  programmed  44  Primary 
Aircraft  Authorized  (PAA)  C-9B’a  and  41  PAA  KC-lO'a,  tha  airlift 
capability  will  be  49.9  MTM/D  (8IIIX-18}.  Tha  projected  1989 
airlift  ahortfall  of  17.9  MTM/D  ia  aignificant.  However,  aa 
outlined  in  tha  FY  1989  Military  Posture  Statement  prepared  by  tha 
Organization  of  the  Joint  Chiefs  of  Staff,  tha  C-17  ia  programmed  to 
meet  the  remaining  airlift  ahortfall  <6i69>.  Although  tha  addition 
of  tha  C-9B  and  tha  KC-IO  la  substantial  ,  tha  aquation  must  also 
include  tha  aging  of  the  C-141  and  C-130  aircraft  on  tha  airlift 
raqu iramant . 
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The  AMP  also  presents  the  C-17  «s  e  dual  role  airlifter  that 
can  be  utilized  in  both  the  inter  and  intratheater  airlift 
environment.  It  can  therefore  represent  the  replacement  choice  for 
aging  strategic  C-141's  and  tactical  C-130's.  General  Thomas  M. 

Ryan,  Jr.,  Commander  in  Chief  MAC  <C1NCMAC>  has  repeatedly  stated 
that  modernization  of  the  airlift  force  is  one  of  his  top  priorities 
and  in  a  curriculum  update  letter  to  the  Commandant  of  the  Air  War 
College  he  stated,  “programs  1  iKe  the  C-17,  C-5B,  the  KC- 10 , . .  .  u  i  1  1 
help  us  fill  some  of  the  capability  gaps  we  face  today.  These 
programs  will  prevent  a  decline  in  capability  due  to  aircraft  aging 
in  the  C-130  and  C-141  fleets  as  ue  approach  the  decade  of  the 
1990's...'  <18:ATCH  1).  Force  modernization  is  needed  not  only  to 
reduce  the  airlift  shortfall  but  also  to  offset  the  loss  of 
capability  due  to  aging  airlift  systems.  The  combination  of  the 
C-5B  and  C-17  acquisition  programs  satisfy  those  requirements. 

Acquisition  of  the  C-SB  and  C-17  will  present  manning  problems 
for  both  the  new  and  established  systems.  The  addition  of  new 
aircraft  uill  cause  a  drain  on  the  manning  and  experience  levels  of 
existing  aircraft  systems.  MAC  recently  experienced  this  problem  on 
a  much  smaller  scale  when  it  established  the  manning  for  the 
European  Distribution  System  Aircraft  (EDSA),  designated  the  C-23. 

The  initial  C-23  contract  called  for  only  18  aircraft  and  the 
initial  cadre  requirement  was  established  at  a  total  of  only  36 
experienced  pilots.  For  Rated  Distribution  and  Training  Management 
(RDTM)  purposes  the  system'  was  designated  a  tact:<.al  airlift  system. 

However,  the  drain  on  the  tactical  airlift  pilot  crew  force  was 
significant  enough  to  warrant  assigning  pilots  from  strategic 
airlift  and  other  Air  Force  resources  to  offset  the  loss.  The  C-17 
will  be  a  much  larger  drain  of  experience  and  will  necessitate 
manning  to  be  proportioned  throughout  all  airlift  and  Air  Force 
.  i 1 ot  resources  . 

The  C-SB,  although  a  new  system,  uil.  n^t  be  entirely  additive 
to  the  active  force.  The  total  number  of  44  PAA  C-5B's  programmed 
as  additions  will  be  offset  by  th*  transfer  of  the  same  number  of 
C-5's  to  Air  Reserve  Forces  (ARF>.  Even  though  the  transfer  will 
maintain  the  active  C-5  aircraft  forta  at  it’s  current  level  the 
high  experience  requirements  for  C-5  entry  remains  a  major  drain  on 
overall  airlift  pilot  experience.  This  problem  uill  be  examined 
further  in  a  following  chapter. 

Pilot  experience  management  problems  uill  be  present  throughout 
the  C--5B  and  C-17  delivery  schedule.  If  the  current  pilot  I 

experience  base  is  not  expanded  end  maintained  for  all  airlift  I 

systems  the  drain  in  manning  the  C-17  could  draw  experience  below 
desired  standards.  Maintenance  of  those  standards  above  desired 
levels  uill  require  a  studied  and  analytical  evaluation  of 
experience  requirements  and  future  pilot  inventory  growth  capability 
for  the  airli-:t  system  as  a  whole. 
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At  tha  March  1984  Ratad  Managamant  Confaranca  CT-39/Oparat ional 
Support  Aircra-ft  (OSA)  pilots  uara  Intagratad  Into  tha  Stratagic 
Airlitt  RDTM  Major  Ulaapon  Systam  Group  maKing  tham  MAC  assats 
<4ilS-S>.  Tha  OSA,  C-SIA  and  C-ISF,  ara  ba Ing  substltutad  tor  tha 
aging  CT-39  and  uill  ba  75  parcant  mannad  by  nau  Undargr aduata  Pilot 
Training  <UPT>  graduatas.  This  manning  policy  not  only  halps  Air 
Porca  absorption  initiativas,  but  also  prouidas  an  axcallant  aging 
procass  tor  MAC  pilots.  Tha  EDSA,  which  uill  also  ba  haauily  mannad 
by  nau  UPT  graduatas,  doas  much  tha  sama  thing.  Though  not  axactly 
tha  sama  procass,  support  airlitt  systams  g  iva  MAC  a  similar  aging 
capability  that  tha  Stratagic  Air  Command  has  with  thair  Accalaratad 
Copilot  Enhancamant  (ACE)  program.  A-ttar  complation  ot  a  thraa  yaar 
support  airlitt  assignmant  thasa  young  pilots  should  haua 
approx imataly  1400  hours  ot  flight  axparianca  transtarabla  to  any 
airlift  systam. 

As  pilots  ara  transfarrad  into  tha  C-17  tha  ouarall  raduction 
of  axparianca  within  aach  of  tha  othar  uaapon  systams  can  ba 
auartad,  or  lassanad  to  a  groat  axtant ,  by  adharanca  to  a  raal  ist  ic 
and  consistant  manning  plan.  This  plan  must  also  accomodata  tha 
transfor  of  airlift  assats  to  tha  ARF,  which  uill  impact  tha  ability 
of  tha  actiua  forco  to  aga  pilots.  MAC  must  continually  oualuata 
manning  assats  to  datormina  futura  capability  to  man  tha  additiwa 
raquiramants  as  thay  arriua.  As  tha  plan  is  davisad,  cons idarat ion 
should  also  ba  giuan  to  tha  probloms  parsonnal  rasourca  managars  ara 
now  coping  with  in  managing  tha  C-5  pilot  forca.  If  tha  plan  is 
davisad  aarly  in  tha  acquisition  procass,  a  stabla  transition 
towards  C-17  oporational  capability  can  ba  affactad  with  minimum 
disruption  of  pilot  axparianca. 


THE  REMAINING  CHAPTER8 

Tha  romaining  chaptars  of  this  papar  uill  proposa  tha  intagral 
alamonts  of  an  initial  C-17  manning  plan.  Also,  an  assassmant  of 
tha  C-5  pilot  forca  is  prasantad  with  amphasis  givan  to  how  probloms 
craatad  within  that  airlift  systam  can  ba  avartad  in  tha  futura. 
Chaptar  two  will  daflno  tha  prasantly  Known  activa  forca  pilot 
raquiramants  for  tha  C-*17  as  outl  inod  in  tha  AMP  and  ATFP.  Chaptar 
thraa  uill  axamina  tha  axlsting  and  projactad  1990  stratagic  and 
tactical  airlift  manning  lavals  by  yaar  group  distribution.  Thasa 
invantorias  will  provida  a  rough  ostimata  of  axparianca  lavals 
availabla  for  all  airlift  systams.  Chaptar  four  uill  prosant  an 
historical  and  prosant  day  looK  at  tha  C-9  pilot  forca  and  how  that 
forca  has  evolvad  through  tha  manning  dacisions  mada  from  its 
incaption.  Chaptar  flva  will  ancapsulata  tha  pravlous  chaptars  and 
axprass  tha  naod  for  dovalopmont  of  a  praciso  manning  plan.  Tha 
actual  manning  plan,  hopafully  Initiatad  by  this  papar,  can  bo 
amployod  to  pravant  many  of  tha  parsonnal  probloms  causad  by  a  largo 
pilot  forca  axparinnco  drain. 
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ChaLptAr  Tuo 


C-17  ACTIVE  FORCE  PILOT  MANNING  REQUIREMENTS 

l*Jith  The  substantiation  ot  n««d  -for  the  C-17  well  documented 
and  supported  throughout  the  Department  of  Defense  and  stronger 
support  uithin  congressional  ranks  it  appears  that  the  aircraft  or, 
at  minimum,  a  deriuitiue  will  become  a  reality.  The  AMP  carefully 
balances  the  fiue  year  outlook  for  airlift  and  provides  the  basis  of 
the  airlift  force  structure  into  the  next  century.  General  Ryan 
states,  "The  Airlift  Master  Plan  represent^  our  effort  to  define  an 
airlift  force  structure  from  the  present  through  the  early  2OO0's, 
...It  contains  a  clear  and  orderly  set  of  cost  effective  actions 
that  uill  make  significant  inroads  into  known  airlift 
shortf al ls--both  inter  and  intratheater.*  (ISiATCH  1>.  This  chapter 
uill  first  Investigate  the  requirement  in  terms  of  number  of  C-17 
aircraft  planned  and  secondly,  the  crew  ratio  that  uill  be  assigned 
to  the  active  force.  Then,  from  these  factors  the  actual  line  pilot 
force  requirements  uill  be  determined.  Finally,  the  pilot  initial 
cadre  requirement  and  it's  potential  impact  on  the  overall  airlift 
pilot  force  uill  be  examined.  In  order  to  determine  the  number  of 
C-17‘s  needed  to  meet  the  mobility  requirement  the  airlift  force 
structure  must  be  studied. 

The  mobility  requirement,  as  measured  by  the  1381 
Congress ional ly  Mandated  Mobility  Study  <CMMS>  cited  by  the  AMP  as 
"the  most  widely  and  officially  accepted  intertheater  airlift 
capability  objective"  <2iIV-l>,  uas  calculated  using  all  modes  of 
strategic  lift  capability  including  airlift,  sealift  and 
pr epos  it  ion ing .  This  study  outlined  a  considerable  gap  existing 
between  mobility  assets  available  and  uhat  uas  required  <SSf£>-  The 
minimum  projected  requirement  of  66  MTM/day  compared  to  the  actual 
1983  MTM/day  capability  using  all  airlift  assets  including  the  Civil 
Reserve  Air  Fleet  <CRAF)  uas  only  28.7  MTM/day  .  The  AMP  projects  a 
capabil ity  increase  to  48. S  MTM/day  by  virtue  of  added  spares,  CRAF 
enhancement,  and  purchase  of  the  C-5B  during  the  FY  84-88  time  frame 
<2:111-10  -  111-12).  The  force  structure  proposals  studied  during 

the  development  of  the  AMP  had  to  consider  methods  of  meeting  the 
full  66  MTM/day.  The  force  structure  criteria  statement  given  in 
the  AMP  states. 

The  objective  of  this  plan  is  to  define  an  airlift  force 
structure  that  best  meets  criteria  of  validated 
requirements,  military  utility,  operating  and  support 
costs,  manpower  requirements,  force  stabilization,  and 


force  modern lz«t  ion .  Each  criterion  alone  is  not 
absolute,  but  rather  must  be  balanced  against  the  other 
criteria  to  achieve  the  most  beneficial  result.  (SiIV-l> 

Development  of  the  airlift  force  structure  uas  a  complex  issue  uhich 
required  a  realistic  evaluation  of  the  many  factors  cited  in  the 
criteria  statement. 

The  CMMS  served  as  the  baseline  for  the  intertheater 
requirement;  however,  the  Intratheater  requirement  also  needed  to  be 
determined  before  total  airlift  force  structure  options  could  be 
developed.  The  ftMP  states  there  is  an  existing  shortfall  in 
intratheacer  airlift,  but  it  has  been  insufficiently  quantified. 

The  Air  Staff  and  MAC  are  conducting  studies  to  quantify  the 
shortfall  (Silll-6>.  Current  intratheater  airlift  capability  of 
9,000  tons  per  day  <Si 111-16)  uas  used  as  a  base  for  the  plan.  The 
AMP  does  specify  that  as,  "requirements  become  more  quantifiable,  a 
solution  must  be  planned  and  executed."  CS:1V-S).  Uith  the  inter 
and  intratheater  airlift  requirements  somewhat  defined  the  focus  can 
turn  toward  force  structure  selection. 

Current  acquisition  of  the  C-SB  uill  be  complete  in  1989.  The 
C-SB  and  CRAP  enhancement  increases  total  airlift  capability  to  48.5 
MTM/D.  However,  as  the  C-141  reaches  retirement  age  the  17.5  MTM/D 
gap  would  widen.  The  AMP  used  several  options  in  determining  the 
specific  force  structure,  each  designed  to  meet  the  shortfall  while 
offsetting  the  age  problem  of  the  C-141.  To  condense  the  options 
described  by  the  AMP,  the  plan  evaluated  force  structure 
determinations  including  various  mixtures  of  status  quo  plus 
additive  buys,  the  effects  of  aircraft  aging  and  reducing 
utilization  rates  to  extend  airframe  life.  However,  the  desire  uas 
to  design  a  force  structure  that  did  not  discount  the  aging  process 
that  would  inevitably  need  to  be  managed  in  later  years.  Various 
alternatives  were  examined.  The  preferred  1938  force  structure 
combined  C-130,  C-141,  KC-10,  C-5A,  C-5B,  and  180  new  C-17's  in  a 
total  force  concept.  The  chosen  structure  also  called  for 
retirement  of  180  PAA  C-130's  and  94  PAA  C-141B's  by  1998.  Figure 
8-1  shows  the  AMP  recommended  force  structure  (SsV-1  -  V-8).  Figure 
8-S  sirriplifies  the  AMP  force  structure  and  compares  FY  84  assets  to 
the  programrried  levels  for  outyear  management.  As  shown;  the  C-5 
fleet  grows  to  114  aircraft,  the  C-17  fleet  will  grow  to  180 
aircraft,  the  C-141  fleet  declines  to  180  aircraft  and  the  C-130 
fleet  declines  to  348  aircraft  <80>85>.  As  stated  in  the  AMP, 

This  plan  provides  substantial  improvements  over  today's 
force  across  the  full  spectrum  of  airlift  missions. 
Completion  of  the  recommended  modernized  force  structure 
not  only  increases  FY  88  programmed  MTM/D  by  35  percent 
and  T/D  by  78  percent,  but  also  adds  significant,  new 
capabilities  of  airdrop,  extraction,  and  direct  delivery 
of  all  types  of  cargo  to  forward  operating  locations, 
carv- 1 1 ) 


NUMBER  OF  AIRCRAFT  |PAA) 


Figure  S-S  ftMP  Force  Structure  Changes  <20*25) 


Tha  acqulsi-tion  of  180  C-17  aircraft  Mill  ba  partially  offsat  by 
tha  ratlramant  of  C-130  and  C-141  aircraft.  Tha  forca  structura ,  as 
outlinad  by  tha  8MP,  is  a  total  forca  concapt  that  inuolvas 
modarn izat ion  of  rasarva  forcas  by  transfar  of  strataglc  assats  to 
Air  Forca  Rasarva  and  Air  National  Guard  units. 

As  this  papar  is  1  imitad  to  act iva  forca  pilot  manning  concarns 
it  Mill  not  go  into  a  langthy  axplanation  of  tha  raquiramants  of 
ARF  modarn izat ion .  Houauar .  it  is  Importtnt  to  Knou  tha  axtant  of 
tha  aircraft  transfar  program  and  hou  it  will  affact  tha  activa 
airlift  forca  structura.  Tha  racantly  complatad  ATFP  furnishad  tha 
datail  of,  “...hou  tha  Air  Forca  arrivad  at  that  actiua/ARF  forca 
mix  for  tha  long  tarm  forca  structura  and  to  prouida  a  road  map  to 
achiava  that  forca  mix . “  <3011).  It  is  a  tachnical  and  datailad 
braaKdoun  of  aircraft  assignmant  and  crau  ratio  datarminat ion .  This 
information  formulatas  tha  act  iva  forca  manning  raquiramants. 


Actiua  forca  manning  raquiramants,  of  coursa ,  dapands  upon  tha 
act  iva  and  ARF  mix.  Tha  ATFP  astablishas  tha  mix  through  an 
axhaustlva  procass  of  blanding  pilot  forca  sustalnmant,  cost 
factors,  and  road  inass  issuas.  Tha  AMP  providad  tha  framauorK  of 
airlift  rasourcas  raquirad  to  maat  tha  mandatad  mobility 
raquiramants  and  that  framauorK  formad  tha  foundation  from  uhich  to 
start.  Aftar  axtansiva  coordination  and  analysis  batuaan  HQ  U8AF, 
tha  Air  National  Guard,  Air  Forca  Rasarva  and  MAC,  tha  forca  mix  for 
tha  AMP  forca  structura  that  uas  racommandad  by  tha  ATFP  is  shoun  in 
figura  2-3  <20139). 
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Figura  2-3  Racommandad  Forca  Mix 
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The  rtTFP  stales,  "The  final  force  mix  represents  the  minimum  active 
duty  participation  ue  need  to  meet  Known  readiness  and  force 
sustainment  requirements..."  <S0>41).  The  structure  of  the  force 
mix  shown  in  figure  2-3  is  a  year  2000  picture,  it  will  take  that 
long  to  time-phase  the  force  buildup  and  transfer  program. 

Time  phase  management  of  the  chosen  force  mix  has  become  a 
vitally  important  element  in  the  final  development  of  the  airlift 
force  structure.  The  implications  are  many  and  include;  active 
force  pilot  sustainment,  reserve  force  programming,  recruiting  and 
training,  and  military  construction  programs.  The  ftTFP  pointedly 
states  that  the  time-phasing  recommendations  that  it  makes  are 
dependent  upon,  "existing  congressional  guidance  for  active  duty 
end-strength  ceilings  and  near -term  C-141  transfers,"  and 
emphasizes,  “...the  time-phasing  would  be  quite  different  (although 
the  final  long-term  force  would  be  the  same).”  <20i44>.  A  delay  in 
the  transfer  program  would  help  reduce  many  of  the  problems  stated 
above,  and  as  the  plan  recognizes,  the  concurrent  transfer  of 
aircraft  to  the  reserves  with  delivery  of  new  aircraft  to  the 
actives  would  minimize  those  problems.  To  comply  with  the 
congressional  guidance,  the  transfer  program  was  accelerated;  this 
paper  assumes  that  the  following  transfer  plan  (Figure  2-4)  will 
remain  unchanged  by  further  guidance  <20>45). 
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Figure  2-4  Recommended  Transfer  Plan 


The  early  stages  of  the  transfer  program  significantly  impacts  the 
force  sustainment  and  Air  Force  pilot  absorption  initiatives  of  the 
active  force.  However,  the  outyear  balance  will  assist  in  abating 
manning  concerns  as  the  C-17  is  delivered.  After  determining  the 


■fore#  ftruc-tur#  and  mix,  cr#u  ra'tio  1#  -th#  only  ramaining  variable 
■to  -the  manning  raquireman-t  equa-tion. 

Creu  ratio  establ  iahas  the  number  of  aircreus  -for  each  PAA 
aircraft  and  determines  the  aircrew  manning  required  to  fly  a 
specific  weapon  system.  Creu  ratios  are  different  for  specific 
systems  based  on  established  aircraft  utili2ation  rates.  If  an 
aircraft  is  an  efficient  system  and  permits  high  utilization  rates, 
as  determined  by  mission  capabilities,  maintenance  and  support 
requirements  and  other  factors  relative  to  specific  missions,  than 
the  creu  ratio  can  also  be  high.  A  utilization  rata  capability 
study  conducted  at  Headquarters  USAF  by  the  Deputy  Chief  of  Staff 
for  Research,  Development  and  Acquisition  established  that  the  creu 
ratio  for  the  C-17  could  be  Increased  from  the  4.011  ratio 
established  for  other  strategic  airlift  aircraft  to  S.Oil.  Improved 
u-f  i  1  izat  ion  rates  based  on  C-17  warranted  performance  para/neters 
allowed  the  crew  ratio  increase  <SliATCH  S>.  The  number  of  people 
required  to  fly  an  aircraft,  based  on  the  utilization  rate,  is  the 
product  of  the  creu  ratio  multiplied  by  the  creu  compliment.  The 
pilot  crei.  compliment  for  the  C-17  consists  of  the  aircraft 
commsndsr  and  copilot.  The  S.OM  creu  ratio  multiplied  by  S  pilots 
results  in  10  pilots  per  PAA  aircraft.  Before  this  product  can  be 
applied  to  arrive  at  the  total  active  force  pilot  manning 
requiremen-^  the  act  iva/resnrve  creu  ratio  split  must  first  be 
addressed. 

Ttie  projected  C-17  PAA  active  force  total  stands  at  13£ 
aircraft,  SB  purely  active  and  104  act  ive/'reser  va  associate.  The 
remaining  4B  PAA  aircraft  of  the  total  180  planned  will  be  assigned 
to  ARP  vrits.  For  active  force  pilot  sustainment  purposes  the  creu 
ratio  split  for  the  associate  program  uas  set  at  3.0(1  for  the 
actl',<*  f3rce  and  S.Osi  for  the  reserves  <20iB-l  -  B-9>.  The  £8 
active  aircraft  will  ba  manned  at  the  3.0:1  ratio  and  will  raquire 
280  pilots  (28xSx2»280)  while  the  active  portion  of  the  104 
associate  aircraft  will  require  624  pilots  ( 104x3x2>624 > .  The  total 
requirement  represents  904  rated  position  indicator  (RPI>  code  1 
positions.  Squadron  staff  positions  must  also  be  added. 

Squadron  staff  author  izat  ions ,  identified  by  the  RPl  code  6, 
total  three  positions  per  squadron:  the  Squadron  Commander, 
Operations  Officer  and  Standardization  and  Evaluation  Officer. 
Tentatively,  the  104  associate  C-17  aircraft  will  support  8 
squadrons  of  13  PAA  aircraft.  The  28  active  aircraft  will  support  2 
squadrons  of  9  aircraft  apieca  and  1  squadron  of  10  aircraft.  A 
total  of  11  active  force  squadrons  uill  be  designated  for  the  C-17. 
Thirty-three  RPI  code  6  authorizations  for  squadron  overhaad  brings 
the  total  squad>'on  level  pilot  requirement  to  937. 

The  937  pilot  authorizations  represent  the  final  squadron  level 
requirement  at  the  end  of  the  deployment  phase  of  the  C-17 
acquisition  cycle.  The  recommended  plan  for  transfer  of  active 
aircraft  to  the  ARP  <Pig  2-4)  can  also  approx  innate  the  tentative 


delivery  plan  for  the  C-17.  ttte  delivery  schedule  coincides  uith  the 
transfer  of  other  assets  to  the  reserves.  Roushly,  the  ntanning 
requirements  uill  follow  that  delivery  and  transfer  schedule.  ft 
monthly  schedule  will  be  needed  for  actual  development  of  the 
manr  ins  plan.  There  are  other  personnel  considerations,  such  as; 
trainins,  permanent  change  of  station  (PCS)  lead  times,  etc.  to 
contend  with.  The  earliest  manning  concern  uill  be  the  designation 
o*  the  initial  cadre  requirements  and  selection  of  personnel  to  meet 
them. 

Initial  cadre  pilot  requirements  for  the  C-17  uill  be 
determined  by  the  MRC  Deputy  Chief  of  Staff  for  Operations  (MftC/DO) 
and  will  be  among  the  first  assignment  considerations  in  support  of 
the  C-17  delivery.  '^e  qualification  requirements  for  the  initital 
cadre  are  in  the  earliest  stages  of  staffing)  however,  discussions 
with  Training  Directorate  (MRC/DOT)  personnel  relate  that  the 
notional  tasKing  uill  be  to  support  an  initial  training  facility  of 
IS  aircraft  uith  a  S.0< 1  crew  ratio.  The  60  aircrews  required  uill, 
of  rrurse,  be  made  ur  of  very  highly  qualified  and  experienced 
aircrew  members  (SSi--^.  Selection  of  the  initial  cadre  is 
Dotentially  a  very  severe  consideration  when  evaluating  experience 
levels  of  other  airlift  systems.  The  extraction  of  120  highly 
qualified  pilots  presents  a  tremendous  ”bou  wave”  or  front  loading 
effect  that  will  adversely  affect  experience  levels  in  all  airi  ift 
systems.  Experience  levels  should  be  increased  and  maintained  to 
afford  an  ample  lead  time  draw  down  within  the  flying  units. 

Tn  summary,  this  chapter  discussed  the  need  for  the  C-17  to 
o'fvrt  the  airlift  shortfall  as  substantiated  by  the  AMP.  It  also 
rx-tmiriod  the  proposed  act  i  ve.‘'r  eserve  airlift  total  force  mix  and 
transfer  plan  as  described  by  the  OTFP.  The  need  for  180  PHA  C-17 
airr'aft  to  offset  the  airlift  shortfall  and  to  modernize  the  aging 
airli-^t  fleet  of  both  inter  and  intratheater  aircraft  was 
identified.  The  crew  ratio  was  established  at  a  9.0  to  1  ratio  for 
the  C-l*?  because  of  its  improved  and  warranted  performance  factors. 
The  crew  ratio  was  applied  to  the  planned  number  of  PAA  aircraft  and 
the  active  force  squadron  RPI  1  and  RPl  S  pilot  requirement  was 
determined.  Finally,  the  i.nitial  cadre  was  examined  uith  concern 
that  the  sudden  large  drain  of  highly  experienced  pilots  from  the 
line  units  would  present  experience  management  problems  that  need  to 
be  immediately  addressed. 
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Chapter  Three 


EXISTING  AND  PROJECTEIl  FORCE  MANNING  AND  EXPERIENCE  LEVELS 

Management  of  the  airlift  pilot  force  today  is  centered  around 
experience  concerns.  Since  1981  major  airlift  weapon  system  pilot 
experience  has  dramaticaly  declined.  This  situation  is  extremely 
disconcerting  to  line  unit  commanders ,  especially  in  view  of 
increased  mission  sophistication  and  specialization.  Special 
Operations  Lou  Leoel  <S0LL1  requirements  and  the  air  refueling 
capability  modification  for  the  C-141  are  prime  examples.  Strategic 
and  tactical  airlift  pilot  force  structure  will  be  the  first  topic 
of  this  chapter.  Specific  interest  will  be  given  to  gradually 
declining  experience  levels  and  how  absorption  of  UPT  graduates  and 
other  pilots  has  impacted  experience  management.  Then,  a  looK  at 
the  current  and  projected  1990  strategic  and  tactical  airlift  pilot 
inventories  will  give  an  estimation  of  the  force  that  managers  will 
have  available  to  man  the  C-17.  Finally,  further  examination  of 
those  inventories  will  show  shortfalls  within  specific  year  groups. 
These  shortages  can  potentially  impact  the  experience  available  for 
all  systems. 

Managers  and  commanders  are  deeply  concerned  over  the  continued 
decline  in  line  pilot  experience.  The  following  numbers  show  the 
gradual  decline  in  MAC  experience  levels  since  June  1981. 

Percent  Experienced  of  Authorizations 


DATE  C 

-141 

C-5 

C-130 

y. 

X 

V. 

JUN  81 

79 

82 

74 

JUN  82 

72 

78 

68 

JUN  83 

70 

73 

67 

JUN  84 

62 

65 

56 

OCT  84 

54 

65 

56 

<8«  1  > 


Minimum  experience  criteria,  as  outlined  in  the  Rated  Management 
Document,  for  the  C-141,  C-5  and  C-130  are« 

C-141:  50y.  must  have  1150  hours  total  time  and  400  PAA 

C-5:  50X  must  have  1800  hours  total  time  and  500  PAA 

C-130:  50X  must  have  1000  hours  total  time  and  300 

mission  hours  in  that  particular  C-130  model  aircraft. 
(This  is  the  standard  C-130  experience  definition;  the 
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ftC.^-130  definition  Is  higher.)  (416-10) 


The  trend  Is  s  disturbing  one  end  must  be  reversed  If  the  future 
elrlift  force  build  Is  to  be  maneged  without  drawing  weapon  system 
experience  levels  below  the  minimum  acceptable  levels  that  are 
listed  above.  Headquarters  MAC  personnel  managers  expect  experience 
problems  to  remain  critical  for  the  foreseeable  future  and  concern 
over  C-141  aircraft  commander  shortages  Is  receiving  direct  comrrtand 
section  interest.  That  concern  Is  noted  In  a  11  Jan  1985 
Directorate  of  Assignments  (MAC/DPR)  point  paper,  "Currently  a 
critical  aircraft  commander  shortfall  is  the  most  serious  issue  with 
this  force.  CINCMAC  has  directed  that  the  current  deficit  of  60 
C-141  aircraft  commanders  will  be  erased  by  the  close  of  FY  85." 
<8iSi.  Absorption  of  high  numbers  of  UPT  graduates  and  First 
Assignment  Instructor  Pilots  (FAIPS)  from  ATC  has  ultimately  caused 
this  decline  in  experience. 

Absoption  is  defined  as,  "the  number  of  cocKpit  seats 
(authorizations)  available  to  new  UFT  graduates  or  other  new  Mi.<JS 
(major  ueapon  system)  inputs,  divided  by  the  rate  at  which  these  new 
pilots  are  allowed  to  flow  through  these  cocKpitsi  absorption  > 
cocKp  its/f  leu  rate."  (416-1).  The  flow  rate  must  Increase  if  more 
pilots  are  absorbed.  Increasing  pilot  inputs  to  the  point  that  the 
outflow  of  experienced  pilots  does  not  balance  against  the  influx  of 
inexperienced  pilots  to  maintain  the  minimum  experience  requirement 
can  be  explained  as  one  definition  of  overabsorpt ion . 

Overabsorption  of  pilots  into  airlift  systems  (with  the  exception  of 
the  C-5)  has  been  the  main  factor  in  declining  pilot  experience. 
MAC'S  attempts  to  ease  the  USAF  pilot  shortfall,  caused  by  extremely 
!ou  retention  rates  in  the  late  1970's,  and  support  of  pilot 
requirements  external  to  the  command  has  driven  experience  within 
line  units  very  close  to  the  min  imums  listed  above.  MAC  comments 
concerning  low  pilot  experience  as  outlined  in  a  safety  initiatives 
study  conducted  by  the  Air  Force  Inspection  and  Safety  Center 
■further  clarifies  the  above  causes: 

Even  though  MAC  has  enjoyed  increased  retention  and  shared 
in  UPT  underproduction,  experience  levels  continue  to 
decline.  This  decline  is  a  result  of  increased  UPT 
distribution  to  MAC  systems  and  a  high  demand  for 
experienced  pilots  across  the  Air  Force.  Many  of  the 
initiatives  designed  to  improve  experience  and  stability 
in  the  TAF  (Tactical  Air  Forces)  have  resulted  in  lower 
experience  and  stability  in  MAC  systems.  The  fighter  pilot 
shortage  coupled  with  actions  such  as  modifying  the  Fair 
Share  Methodology  translate  into  more  assignment  quotas 
for  MAC  in  areas  including  the  ATC  IP  force,  the  TAF 
staff,  and  Air  Force  Special  Officer  Personnel 
Requirements.  MAC  will  continue  to  support  programs  to 
sustain  the  inventory  and  will  fill  as  much  of  the  Air 
Force  overhead  as  is  prudent.  However,  MAC  is  approaching 
the  point  where  actions  will  be  necessary  to  prevent 
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fxper  ience  and  s-tability  from  decliriirtg  belou  minimum 
w-<c  c  ep-t  ab  1  e  standardi-.  <19!ATCH  4> 

riNCMrtr’';  direction  to  correct  the  C-141  aircraft  cominander 
chorttall  is  the  beginning  of  initiatives  to  quell  the  experience 
drain.  It  u  i  )  1  not  be  an  easy  fix.  Overmanning  tne  pilot  force 
ij  i  !  1  be  necessary  to  protect  the  command's  desired  tuo  years 
aircraft  commander  utilization  and  still  absorb  the  large  numbers  of 
oilots  MfiC  agreed  to  taKe.  CINCMAC  concern  over  stability  and 
O',  per  i  ence  uas  evident  when  he  asKed  personnel  managers  to,  "Examine 
hcij  ut?  can  extend  aircrew  tour  length  beyond  48  months.  Objective 
cic  is  to  retain  upgrades  beyond  the  2  year  fully  qualified  to 
perhaps  3  years  after  upgrade."  <17! — ).  The  answer  basically 
stated  that  an  increase  of  aircraft  commander  utilization  from  2  to 
3  years  would  either  necessitate  that  pilot  inputs  from  UPT  be  cut 
from  approximately  250  to  150  or  manning  at  150  percent  of 
authorizations.  The  last  paragraph  of  the  point  paper  attached  to 
the  Staff  Summary  Sheet  (SSS)  outlined  the  problems, 

Ii. creasing  aircrew  tour  length  to  ensure  3-year  aircraft 
commander  utilization  is  not  conducive  to  Air  Force 
absorption  efforts.  The  overrnann  ing  required  would 
ultimately  lengthen  the  time  to  upgrade  and  present 
possible  overall  proficiency  problems  for  our  younger 
officers.  From  an  AFMPC  perspective,  the  effect  of 

increased  + ime-on  stat ion  would  also  cause  overseas 
=^- s  i  grrnent  inequities  and  reduce  the  pool  of  available 
'■■fficers  to  fill  Air  Force  rated  requirements  which  must 
be  filled.  <17!ATCH  1) 

CINCMAC's  dissatisfaction  was  evident  by  his  hand  written  note  at 
the  bottom  of  the  SSS,  "Let's  looK  at  smaller  increases!  1-2-4 
month.s  .  Be  sure  you're  using  absorption  commitment  associated  with 
latest  pi  o.;ected  UPT  rates."  <17:--).  The  above  examples  highlight 
■♦■he  axperierce  problems  associated  with  C-141  pilot  force 
Tianaoement  ,  but  can  ba  similarly  applied  to  the  C-130  force. 

Spec  if ’c  problems  within  the  C-130  pilot  force  stem  from  growing 
instructor  pilot  requirements  at  the  34th  Tictical  Airlift  Training 
Group,  SOLI.  II  expansion,  and  special  operations  force  growth,  each 
calling  for  increased  experience  availability.  For  the  foreseeable 
future  MAC  will  continue  to  overabsorb  UPT  graduates  and  expect  that 
ey  per  i  .’nee  levels  will  probably  never  get  as  high  as  they  were  in 
19B0.  It  is  a  long-terro  problem  which  causes  quicK  aging  of  young 
pilots  to  become  a  priority. 

r^'AC  ■  5  support  airlift  systems,  the  CT-39,  C-21A,  C-12F  and 
C-23,  are  excellent  aging  cocKpits.  Approximately  75  percent  of  the 
pilot  crew  force  for  these  systems  will  be  made  up  of  first 
assigrment  UPT  graduates.  After  their  initial  tour  in  support 
airlift  they  will  have  extensive  "hands  on"  flying  experience  that 
can  be  readily  transferred  to  more  complex  systems .  Tht  C-5,  with 
very  h^igh  RDTM  experience  minimums,  is  the  most  complex  aircraft  and 
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currantly  ral  i«s  axcluaivaly  on  othar  airlift  tystom  for 
•xparioncad  pilot  inputs.  08A  and  tha  ED8A  tlva  MAC  tha  opportunity 
to  asa  pilots  in  inaxpanslua  systams  and  than  offsat  axparianca 
lossas  in  othar  uaapon  systams  by  assigning  a  larga  majority  of  tham 
to  althar  tha  C-9,  C-141,  or  C-130.  Oanaral  Ryan  mada  this 
distinction  in  a  lattar  to  tha  Slst  and  SSnd  Air  Forca  Commandars , 

In  tha  midst  of  tha  uing  modification  program  and 
approaching  C-SB  acquisition,  ua  must  nou  look  at 
rajuvanating  this  rasourca--raly  ing  upon  CT-39/Oparat ional 
Support  Aircraft  pilots  and  othar  young  inputs  to  fill  tha 
major  portion  of  futura  C-S  pilot  raqu iramants .  <16iATCH 
1  > 

Tha  young  08A/E08A  pilots  will  prouida  soma  ral  iaf  .to  tha  axparianca 
problam.  Houauar ,  thay  will  not  offar  tha  total  ansuar  as  thay  will 
still  ba  ralatiualy  inaxpar iancad  in  comparison  to  tha  major  uaapon 
systam  pilots.  Tha  airlift  pilot  invantory ,  upon  uhich  tha  futura 
airlift  forca  structura  uill  ba  built,  is  tha  Kay  to  tha  axparianca 
outlook . 

Currant  stratagic  and  tactical  airlift  pilot  distribution  by 
yaar  group  <F10s  3-1  and  3-S>  giva  an  axcallant  look  at  tha  pilots 
auailabla  for  cockpit  duty  <84i-->.  In  both  tha  stratagic  and 
tactical  invantorias  a  prapondaranca  of  pilots  uithin  tha  S  through 
8  year  groups  and  again  a  larga  grouping  in  tha  15  through  81  plus 
yaar  groups  can  ba  readily  seen.  Tha  pilots  ulth  81  yaars  or  mora 
seruica  uara  added  together  to  shou  tha  ratiramant  eligible 
population.  Tha  stratagic  airlift  forca  consists  of  all  stratagic 
coded  pilots  <C-14e,  C-141,  C-5,  C-8,  UC-135,  and  OSA>,  likeuisa  tha 
tactical  forca  consists  of  tactical  coded  pilots  (MC-130,  AC-130, 
UIC-130,  HC-130,  C-130,  E08A,  ate.).  Tha  charts  shou  tha  currant 
pilot  inventory  and  8  projections  for  tha  1990  inventory.  The  first 
1990  projection  reflects  a  forca  aged  using  4  yaar  retention 
lookback  RDTM  rates  for  FYs  85  through  87,  and  FYs  88  through  90 
using  5  yaar  regular  retention  rates.  Tha  result  of  this  formula 
ra»>rasants  tha  FY  86  Budget  Estimate  Submission  (BE8>  numbers 
presented  by  HQ  USAF  in  the  current  five  yaar  defense  plan  (FYDP). 
Tha  second  1980  projection  used  a  straight  5  yaar  retention  lookback 
factored  into  the  UPT  distribution  and  existing  forca  through  1990. 
Exhibiting  tuo  projections  based  on  different  retention  data  shous 
the  significance  that  retention  has  on  long-range  planning. 
Discussions  uith  Rated  Forca  Analysis  Branch  personnel  at  HQ  AFMPC 
reveals  that  an  inventory  based  on  8  year  retention  lookback  shous 
significantly  louar  numbers  available  in  1990.  Tha  8  yaar  lookback 
includes  tha  uorst  pilot  retention  yaars  of  1978  and  1979.  It 
should  ba  noted  that  in  each  case  presented,  tha  highest  retention 
years  <those  since  tha  early  1980's>  are  used  giving,  perhaps,  a 
better  picture  than  might  ba  possible.  Houavar ,  Air  Forca  planners 
and  programmers  are  currently  using  these  better  numbers. 
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Figure  3~1  Strategic  Airlift  Pilot  Inventory 
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Figure  3-2  Tactic*!  ftirli-ft  Pilot  Invantory 


Louered  experience  and  maximum  absorpt  ion  of  new  pilots  appears 
to  be  a  trend  that  uill  last  into  the  1990's.  The  charts  shou  no 
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rtppicvi  'from  currant  diraction*.  Tha  1996  forca  pictura  shows 
continuad  amphasis  on  youth  with  a  ralativaly  low  middla  managamant 
grouping  'from  which  to  salact  axparlancad  parsonnal.  Tha  prasant 
day  inuantory  numbars  show  tha  sama  dilamna.  Tha  projactad  numbars 
aggrauata  tha  situation  and  substantiata  a  dafinita  pilot  yaar  group 
distribution  problam.  Graphically,  the  low  numbars  of  middla 
managamant  parsonnal  within  tha  6  to  11  yaar  groups  show  low 
accassions  in  tha  lata  1970‘s  and  aarly  199e's.  This,  of  roursa , 
coincidas  with  tha  poor  ratantion  axiating  during  tha  sama  tima 
frama.  Looking  at  tha  projactad  1990  forca,  thara  bagins  to  ba  a 
slight  racovary  in  tha  6  to  9  yaar  groups.  Houauar,  tha  9  to  15 
yaar  groups,  consisting  of  tha  sanior  captains  and  majors  naadad  for 
tha  axpar ianca  raqu  irad  ouarhaad  positions  and  squadron  laual 
instructor  and  flight  axaminar  positions,  ara  auan  worsa  than  today. 
Emphasis  will  ba  placad  mora  on  training  bacausa  of  tha  youth 
prasant  within  tha  airlift  craw  forca.  Across  tha  board  adjustmants 
will  ba  raqu  irad  to  accomodata  manning  1  ina  unit  axpar ianca 
raqu iramants .  A  briafing  gluan  to  CINCMAC  on  tha  status  of  tha 
airlift  pilot  craw  forca  axplainad  forthcoming  problems. 

Look  how  much  smallar  the  middla  managamant  has  dwlndlad 
(sicj  .  Ue'ra  not  going  to  have  tha  captains  and  majors  to 
fill  ouarhaad  positions  wa  do  today,  and  with  tha  amphasis 
on  training  that  will  still  ba  prawalant  than  wa  will  hava 
evan  mora  difficulty  gatting  tham  off  tha  line.  Use  of 
deferred  officers  will  by  necessity  change.  Ue '  1 1  have  to 
man  our  staffs  with  mora  sanior  people.  ...This  middla 
managamant  void  is  something  wa  must  begin  dealing  with 
today  , .  .  .  <141 

The  examples  givan  reinforce  the  need  for  a  wall  defined  manning 
plan  for  tha  C-17. 

This  chapter  has  discussed  prasant  concern  over  line  unit 
experience  levels  within  tha  airlift  system.  Expar ianca  declines 
continue  to  prasant  personnel  and  opara'tions  managers  and  leaders 
with  seemingly  unanswerable  forca  stability  and  pilot  absorption 
problems.  Pilot  aging  in  OSA/EOSA  systems  will  halp  tha  problam  to 
a  small  degree,  but  an  axpar  ianca  imbalance  will  be  prasant 
throughout  tha  FYDP.  This  was  avidant  by  tha  large  gap  present  in 
middla  managamant  personnel  as  seen  by  tha  yaar  group  distribution 
of  the  strategic  and  tactical  airlift  pilot  inventories.  Aging 
today's  forca  through  1990,  applying  ratantion  factors  and  adding 
programmed  UPT  production  rates  tells  tha  general  maKaup  of  tha 
airlift  forca  that  will  ba  available  in  1990.  Tha  experience 
shortfall  can  be  foreseen  and  appli'cation  of  tha  forca  to  meat  tha 
outyaar  airlift  raquiraments  will  hava  to  be  planned  and  adjusted 
accordingly.  Initial  cadre  selection  will  predominantly  coma  from 
older  pilots  within  the  strategic  and  tactical  airlift  inventories. 
This  can  possibly  present  long  range  problems  to  the  future  C-17 
pilot  forca  if  tha  lessons  wa  learned  from  management  of  tha  C-5 
craw  forca  ara  not  respected  and  headed. 
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Chapter  Four 


A  HISTORY  OF  C-5  MANNING  PROBLEMS 

The  C-5A  uas  the  last  major-  airlift  Meapon  system  acquired  and 
past  manning  decisions  made  to  creu  it  represent  excellent  examples 
inr  establishment  of  a  viable  manning  plan  for  the  C-17.  The  C-5 
pilot  force,  as  it  currently  stands,  presents  real  personnel 
assignment  problems.  Many  of  those  problems  may  have  been  avoided 
if  the  personnel  community  had  adhered  to  consistent  manning 
policies.  However,  historical  information  points  to  many  policy 
alterations  made  to  acconnodate  drastic  changes  in  Air  Force 
structure  during  the  height  of  the  Viet  Nam  era  and  the  following 
drawdown.  This  chapter  will  first,  briefly  discuss  those  past 
decisions  made  in  building  the  C-5  pilot  crew  force,  followed  by  an 
explanation  of  how  they  contributed  to  the  problems  we  now  have  with 
the  C-5  pilot  force.  Then  a  critical  looK  at  today’s  C-5  pilot 
force  will  be  presented.  The  results  of  those  decisions  present 
valuable  personnel  lessons  learned  and,  to  conclude,  those  lessons 
Mill  be  commented  upon  with  emphasis  given  to  their  possible 
application  to  the  C-17. 


A  history  of  the  C-5  manning  process,  as  it  evolved  over  the 
past  fifteen  years,  is  important  to  understanding  the  need  to 
establish  a  plan  to  man  the  C-17.  That  history  is  one  of  many 
changes - -changes  that  have  adversely  affected  the  viability  of  the 
present  day  C-5  pilot  crew  force.  As  a  result,  the  C-5  pilot  force 
is  largely  a  stagnant  entity  incapable  of  sustaining  itself  <14:--). 
The  purchase  of  44  PAA  C-5B's  would  have  presented  the  active  force 
substantial  manning  problems  if  it  were  not  for  the  transfer  of  an 
equal  number  of  C-5's  to  the  ARF .  The  transfer  will  still  cause 
some  active  force  experience  loss  as  the  reserves  will  need  to  draw 
from  active  pilots.  Force  sustainment  is  vital  to  continued 
capability  of  a  weapon  system,  but  because  of  stagnation  within  the 
C-5  crew  force  it  cannot  sustain  itself  without  external  input  of 
experienced  pilots.  This  problem  is  a  direct  result  of  past  manning 
pol  ic  ies  . 

LooKlng  bacK  at  past  decisions  will  shed  some  light  on  the 
process  that  made  the  C-S  a  stagnant  force.  The  minutes  and 
recommendations  of  a  C-5  pilot  symposium  held  in  1985  presents  an 
excellent  summary  of  C-5  manning  from  1369  to  1979: 

From  1969  to  1971,  pilots  entering  the  C-5  program  were 
required  to  be  previously  qualified  as  an  aircraft 


comnandar  <AC>  In  a  haavy  Jat  alrcra'f't  (C-14i,  C-13S, 

B-SS,  B-47,  ate.)  if  thay  uara  to  bacoma  C-S  AC's. 
Copilots  raquirad  pravious  qualification  in  a  four  angina 
aircraft  (C-184,  C-130,  C-llB,  ate.)  During  tha  Southaast 
Asia  draudoun  <1971-79).  nau  pilot  inputs  uara  raquirad  to 
haua  tnora  than  1B0B  hours. 

Than  in  Fab.  1976,  CINCMAC  dlractad  that  pilot  inputs  to 
tha  C-9  ba  1  imitad  to  axpariancad  C-141  aircraft 
commandars.  That  daeision  uas  mada  at  a  tima  uhan  tha 
C-141  uas  ovarmannad  and  abla  to  absorb  tha  drain  on  pilot 
axparianca.  Sinca  that  tima,  ouarmanning  of  tha  C-14t  and 
tha  rasourca  of  axpariancad  C-i4i  pilots  disappaarad. 

Othar  factors  had  a  boaring  on  manning  policy  rauisions. 

Thasa  includai 

-  Incraasad  training  costs 

-  Accaloratad  pilot  flou  through  tha  C-141  causing 
dacraasod  tour  langths  uhan  AF  policy  uas  to  incroasa  tour 
langth  and  sava  PCS  costs. 

-  Incraasad  availability  of  highly  axpariancad  ax-MAC 
C-1S4,  C-133,  and  C-139  pilots. 

Options  for  crossflou  batuaan  tactical  airlift 
C-130's  and  stratagic  airlift. 

-  LacK  of  opportunity  for  axpariancad  ATC  First 
Assignmant  Instructor  Pilots  (FAIPs)  to  fly  tha  C-5. 

As  a  rasult,  in  Juna  1977,  CINCMAC  changad  tha  C-9  pilot 
manning  policy  to  allou  axpariancad  MAC  multi-angina 
pilots  into  tha  C-9  <including  C-139  pilots).  Othar 
pilots  uith  at  laast  1600  total  hours  uara  allouad  in. 
Houavar ,  in  all  casas ,  salactad  pilots  should  ba  caraar 
officars,  hava  good  racords ,  and  possass  promotion 
potant ial . 

In  1979,  tha  RDTM  subcommittaa  louarad  tha  numbar  of  hours 
raquirad  to  1300  total.  This  action  incraasad  tha  numbar 
of  individuals  ava.ilabla  and  causad  a  rapid  incraasa  in 
C-9  manning  and  a  drop  in  tha  axparianca  laval.  <9il) 

As  inputs  continuad  to  tha  point  of  ovarmanning,  a  fast  flou  of 
pilots  through  tha  uaapon  systam  uas  astablishad  as  thay  uara 
salactad  for  a  fair  shara  of  Air  Forca  ass ignmants .  This  uas  a 
short  1 ivad  luxury  as  tha  advant  of  tha  C-9  uing  1  if a  problam  and 
its  ralatad  training  profila  rastrictions  mada  axparianca  and 
proficiancy  lavals  of  tha  assignad  pilots  mora  important.  To  ratain 
high  axparianca  lavals  uithin  tha  pilot  forca,  a  thraa  yaar 
co»trollad  tour  in  tha  C-9  uas  astablishad  in  1999  (lUS).  Also, 
inputs  for  1991  and  1988  uara  raducad  in  an  attampt  to  stabiliza  tha 
crau  forca.  Closa  monitoring  of  outbound  ass ignmants  uas 
astablishad  to  maintain  high  axparianca  lavals.  Each  daeision,  mada 
to  aithar  anhanca  tha  availabla  pool  of  pilots  or  to  maintain 
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ex('«rience,  cu  1  mina-ted  in  promoting  the  stagnation  and  unsalability 
o-f  the  C-5  pilot  -force. 


Hoki  did  these  decisions  collectively  contribute  to  the 
personnel  problems  facing  the  C-S  pilot  creu  force  today?  It  is  not 
a  neu  argument  to  point  out  that  the  C-5  aircraft  is  a  highly 
complex  ueapon  system  and  that  it  requires  more  experience  to 
upgrade  to  aircraft  commander.  "MAC  experience  with  the  C-5  has 
shoun  that  due  to  the  complexity  o-f  basic  systems  and  associated 
emergency  conditions,  a  relatively  high  upgrade  point  to  aircraft 
commander  is  required  <S000  hours  total  time)"  (3i3i>.  The  early 
entry  requirements  pointed  to  previous  heavy  jet  or  four  engine 
experience,  then  progressed  to  experienced  C-141  aircraft 
c  orfimariders  .  As  C-141  pilots  became  scarce  the  requirement  uas 
reduced  to  a  1,600  total  flying  hour  prerequisite  and  then  reduced 
again  to  1,300  hours  total  flying  time.  The  entry  requirement,  even 
as  it  nou  stands,  is  very  high  and  calls  for  the  input  of  a  pilot 
with  extensive  flight  experience.  The  C-5  has  not  grown  its  own 
experience.  UJith  the  exception  of  only  eight  UPT  graduates  assigned 
in  1930,  every  pilot  assigned  has  had  extensive  flying  experience. 

In  very  general  terms,  the  pilot  selected  for  C-5  duty  probably 
needed  a  career  broadening  tour  outside  of  flight  duties.  This  is, 
of  course,  not  true  in  every  case,  but  it  is  the  dominant  perception 
and  it  does  seem  hard  to  dispute  past  promotion  tracK  records  of 
those  assigned  to  the  C-5  that  did  not  receive  that  opportunity. 

Ulhen  entry  requirements  were  reduced  to  1300  hours  and  overmanning 
uas  present  there  uas  a  healthy  flow  through  the  C-5  crew  force  and 
some  pilots  were  afforded  career  broadening  assignments.  However, 
uhen  uing  life  problems  caused  the  flow  to  stop  the  crew  force  uas 
theoretically  held  captive  to  the  high  experience  requirements. 
Career  stagnation  resulted  and  today  the  C-5  force  presents 
personnel  managers  many  problems. 


The  present  C-5  creu  force  is  heavily  retirement  eligible 
(approximately  40X)  and  characterized  by  the  large  presence  of 
deferred  officers.  These  problems,  brought  about  by  the  inability 
to  establish  any  semblance  of  force  sustainment,  present  personnel 
managers  uith  significant  concerns.  Maintenance  of  the  high 
experience  level  necessitates  the  continued  assignment  of  our  most 
experienced  pilots.  This  caused  recurring  and  revolving  problems  of 
'eniority  in  the  force.  Personnel  managers  have  attempted  to  remedy 
the  seniority  problem  as  best  they  can  by  assigning  FAIPs  and  other 
pilots  that  are  not  identified  uith  major  ueapon  systems.  These 
pilots  were  assigned  by  a  board  of  officers  at  Headquarters  Air 
Force  Manpower  and  Personnel  Center  (AFMPC).  Those  pilots  selected 
for  the  C-5  were  usually  not  quality  inputs,  as  explained  in  a  1382 
point  paper  from  the  MAC  Deputy  Chief  of  Staff  for  Personnel i 


During  the  last  four  years,  neu  pilots  assigned  to  the  C-5 
weapon  system  have  come  primarily  from  the  FAIP/OTHER 
process.  This  is  in  effect  an  assignment  board  that 
selects  an  individual  for  major  weapon  system  training 


basad  on  iha  marit  aystam.  Uhlla  ua  agraa  this  tyaiam 
rauarda  an  Individual  -for  paai  parformanca ,  tha  yardat  icK 
uaad  to  maaaura  thia  parformanca  ia  tha  officar'a  racord. 

Tha  individual 'a  racord  ia  cartainly  an  indicator  ot 
officar  parformanca  and  potantial,  but  may  not  ravaal  tha 
trua  flying  racord.  Spac if ical ly ,  an  individual  'a  flying 
racord  (Q-la,  Q-&a ,  Q-3a )  ia  not  conaidarad  in  tha 
aaaignmant  aquation.  Sinca  tha  C-S  haa  not  hiatorically 
finiahad  high  aa  a  favorita  by  FAIP/OTHER  (duo  to  laaa 
flying  tima,  longor  upgrada  par iod ,  ranK  atructuro  of  tha 
forca,  otc.>.  tha  individuala  aolactad  for  tha  uoapon 
ayatam  in  aoma  caaaa  hava  not  had  tha  atrongoat  of  flying 
cradantiala.  ...Tuo  othar  groupa  of  individuala  ara 
praaantly  balng  looKad  at  for  poaaibla  C-9  aaa ignmanta . 

MAC  la  conaidoring  tha  C-SA  and  C-9B  aa  a  UPT  accaptanca 
aircraft  (thla  to  ba  dacidad  at  a  latar  data)  and  uaing 
tha  T-39  program  for  firat  aaaignmant  pilota  aa  a  C-9  laad 
in  program...  <19t3) 

MaKing  tha  C-9  UPT  accaptabla  haa  baan  an  on-going  argumant.  Uing 
daflcianciaa  prohiUltad  tha  opportunity  to  aaa  ign  nau  graduataa 
bacauaa  of  roducad  flying  houra  avallabla  and  tha  conatrainad 
training  raatrictiona  lavlad  on  tha  aircraft  to  axtand  tha  uing 
lifa.  Houavar ,  aftar  much  dalibaration  MAC  haa  finally  dacidad  to 
aaa  ign  a  1 Imitad  numbar  of  UPT  graduataa  to  tha  C-9  atarting  in 
1986.  This,  couplad  uith  youngar  inputa  from  tha  CT-39/08A  ayatama 
haa  atartad  a  rajuvanation  procaaa  for  tha  C-9  pilot  crau  forca. 
LacK  of  young  pilota  flouing  into  tha  ayatam  and  providing  a  firm 
baaa  of  youth  upon  which  tha  C-9  can  auatain  itaalf  cauaad  a  aanior 
forca  to  accumulata.  8tagnation  alao  cauaad  tha  forca  to  ba 
raprasantad  by  a  larga  numbar  of  dafarrad  officara. 

Tha  numbara  of  dafarrad  officara  in  tha  C-9  pilot  ranKa 
indicata  daap  problama  uith  in  that  crau  forca.  In  1984  MAC 
conductad  a  atudy  of  tha  ”in  placa*  C-9  pilot  crau  forca.  Ona 
apaclfic  araa  of  concarn  uaa  tha  praaanca  of  high  numbara  of 
dafarrad  officara.  Thia  intaraat,  although  not  initiatad  by,  uaa 
highlightad  in  tha  eeth  Military  Airlift  Uing  (MAM)  Commandar'a  and 
of  tour  raport  in  Fabruary  1984.  In  hia  lattar  ho  atataa, 

A  combination  of  lou  utilization  rata,  lou  flying  tima, 
aaaignmant  atagnation,  and  poor  managomont  by  MAC  and  tha 
Air  Forca  haa  mado  it  oxtramoly  difficult  for  C-9  pilota 
to  got  tha  Joba  thoy  naad  to  ba  promotad.  At  Travia,  ua 
raly  on  a  ralativoly  atagnant  forca  of  1 iautonant  coionola 
and  majora  (40  to  99"/.  paaaovara)  to  aupply  tha  atability 
and  maturity  ua  naad.  (16IATCH  3) 

Thia  atrong  atatamant  pointodly  indicatoa  tha  acopa  of  tha  problam. 
Tha  following  numbara  ara  tha  roault  of  a  atudy  in  praparation  for  . 
C-9  aircrou  manning  uorKlng  group  hold  in  April,  1984  (1011).  Tha 
ranK  atructura  and  porcontago  of  oach  grada  that  ia  dafarrad  ia 


oresentcd.  They  include  the  line  C-S  pilo't  force,  uing  end  belou. 


CAPT - 

44X 

Deferred - 18% 

MAJOR -- 

36X 

"  - 37% 

LTC - 

28% 

*  ---25% 

TOTAl.-- 

180% 

-  - 28% 

In  comparison  fhe  C-141  end  C-I3B  forces  ueret 

C-14J 


LT - 

27% 

Deferred - <  1% 

CAPT - 

58% 

•  ---  2% 

MAJOR-- 

13% 

“  - 13% 

LTC - 

18% 

•  - 32% 

TOTAL-- 

188% 

•  - 8% 

C 

138 

LT - 

28% 

Deferred - <  1% 

CAPT - 

91% 

•  ---  3% 

MAJOR-- 

19% 

•  - 31% 

LTC - 

6% 

*  - 17% 

TOTAL-- 

108% 

•  - 9% 

<7i  — > 


Three  <^a-ecrs  ere  noteworthy;  the  Absolute  lecK  of  1  ieutenent 
pres^r.re  in  the  C-S,  the  28  percent  deferred  rete  in  comperison  to 
the  3  end  9  percent  for  the  C-141  end  the  C-138  respectively  end  the 
high  percentege  of  field  grede  officers  in  the  C-9.  Lack  of  UPT 
inputs  Accounts  for  the  Absence  of  lieutenents.  Numerous  fectors 
reused  the  high  pessover  rates. 

Th>e  disturbingly  high  PAssover  rAte  in  the  C-9  pilot  force  cen 
he  s:-oi  cxplAined.  The  preceeding  peregrAphs  enumerAte  the  entry 
r  equ '•'ements  And  uing  life  menAgement  policies  thAt  ultintAtely  led 
tt-e  stegnAtion  of  the  force.  In  my  opinion.  Another  contributory 
'actor  mas  the  doubtful  quel ity  of  meny  of  the  officers  Assigned. 

alluded  to  earlier,  the  C -5  was  not  perceived  as  a  populAr 
assignment  and  in  sending  pilots  to  that  crew  force  quality 
screening  was  nnt  a  prerequisite.  Officers  were  assigned  with  poor 
or  mediocre  records  which  uere  perpetuated  while  they  were  held  in 
the  crew  force.  They  came  to  the  system  unproemteble  end  low 
manning  levels  coupled  with  the  high  experience  deeiend  caused 
assignment  def errments .  The  culmination  of  these  fectors  resulted 
in  an  unsalable  pilot  crew  force  consisting  largely  of  senior, 
deferred,  and  retirement  eligible  officers.  Failure  In  pest 
''  management  of  the  C-5  pilot  crew  force  should  serve  as  an  excellent 
example  for  managers  and  leaders.  That  failure  should  stress  the 
need  to  approach  C-17  Planning  policy  with  consigtency  and 
appreciation  for  the  lessons  learned. 


Even  though  cxptrlanc*  m«in«g«rMnt  will  bP  tha  Kay  factor  in 
manning  tha  C-17,  problatna  that  ar  Isa  from  front  loading  a  nau 
systam  uith  only  vary  axpariancad  inputs  can  not  ba  ignorad. 
Ralativaly  speaKing,  tha  high  axparianca  raquiramants  for  C-5  antry 
navar  daclinad  aftar  tha  Initial  forca  was  built  and  tha  aircraft 
bacama  oparat ional ly  capabla.  Oldar,  axpariancad  pilots  uara  input 
from  tha  bottom  and  stagnatad  until  ratlramant.  An  assignmant  flou 
uaf  virtually  non -ax istant ,  partially  bacausa  of  tha  naad  to  captura 
and  maintain  very  high  axparianca  and  also  bacausa  tha  lacK  of 
career  broadening  opportunity  inevitably  destroyed  tha  markatab i 1 ity 
of  assigned  pilots.  If  a  pilot  forca  is  to  sustain  itself  it  must 
be  able  to  grou  at  least  soma  of  its  own  axparianca.  C-5  managers 
were  never  really  able  to  accomplish  that.  This  is  one  lesson  that 
must  be  applied  to  C-17  management.  After  the  initial  cadre 
requirements  have  been  met  managers  should  begin  input ing  UPT 
graduates  to  build  the  base  of  youth  needed  to  grou  C-17  experience. 
This  base  of  younger  pilots  is  essential  to  the  establishment  of  an 
assignment  flou.  Experience  maintenance  during  tha  early  years  of 
operational  capability  can  be  effected  by  pilots  assigned  from  other 
weapon  systems. 

Tha  C-5,  at  one  time,  relied  heavily  upon  the  C-141  forca  for 
its  new  Inputs.  Tha  C-17  uill  not  be  able  to,  and  should  not,  rely 
on  a  single  source —  a  wider  range  of  available  pilots  must  ba  used. 
Because  of  its  inter  and  intrathaatar  mission  tha  C-17  can  ba  manned 
by  both  strategic  and  tactical  airlift  pilots.  Tha  capability  of 
the  MAC  pilot  axparianca  base  to  man  all  airlift  weapon  systems 
uill  determine  the  amount  of  support  needed  from  other  Air  Force 
oilot  resources.  Unlike  tha  C-5,  the  C-17  uill  more  likely  ba 
considered  a  "choice*  assignment  and  interest  among  tha  pilot  force 
uill  be  high.  This  uill  allow  the  C-17  crew  forca  to  be  comprised 
of  a  more  representative  cross  section  of  pilots  from  all  airlift 
systems . 

Availability  of  pilots  must  be  closely  scrutinized  to  avert  tha 
past  and  present  problems  associated  uith  tha  C-5  pilot  forca. 
Avoidance  of  harmful  raduction  in  axparianca  levels  of  all  other 
airlift  systems  is  imparitiva.  Tha  C-S  represents  tha  bast  example, 
in  a  program  review  of  60th  MAUI  C-5  training  this  interesting 
comment  uas  made: 

In  the  process  of  this  review,  and  aftar  talking  uith 
senior  aircrew  managers,  it  uas  vary  apparent  that  tha 
currant  louar  experience  level  of  pilot  inputs  to  tha 
strategic  forca  requires  "rethinking”  of  our  overall 
training  procedures,  methods  for  initial  upgrade,  and 
currency  raquiramants.  Also,  it  may  wall  ba  appropriate 
to  again  utilize  the  C-141  axpariancad  pilot  resource  for 
the  conversion  to  tha  C-5  aircraft.  <1SI1S> 

Tha  C-5  pilot  forca  has  not  recovered  from  tha  affects  of  its 
inability  to  sustain  itself  and  continued  reliance  upon  tha  C-141 


"f.  i  .t 


pilot  torce  experierice  in  the  mid  1980's  has  been  dramatically 
curtailed  because  of  C-141  experience  shortages.  Both  systems  would 
ultimately  be  hurt  by  this  proposal,  the  C-141  because  of  the  drain 
on  its  experience,  and  the  C-5  because  it  would  remain  unable  to 
bujld  its  own.  This  problem  must  be  avoided  in  the  C-17  by  drawing 
i  n  1  t  ) ;( I  experience  frorr.  across  the  entire  airlift  spectrum,  but  more 
importantly,  young  pilots  must  be  introduced  into  the  aircraft  as 
soon  a;  feasible. 

!n  this  chapter  the  history  of  the  current  C-5  pilot  force  was 
discussed  with  emphasis  given  to  its  stagnation  and  unsal  ab  1 1  ity  .  fl 
comoarison  of  passover  rates  and  ranK  structure  of  the  C-5,  C-141, 
and  C13P  pilot  forces  also  portrayed  major  C-5  problerris.  The 
lesser;'  learned  from  fhe  C-5  manning  experience  lends  credibility  to 
the  need  to  establish  a  balanced  plan  for  manning  the  C-17.  The 
SF  p  1  ir  at  i  "'r,  of  that  experience  can  avert  future  pilot  force 
p  r  o  b  1  e  ms  ■ 
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Chapter  F 1 v« 


NEED  FOR  A  DEFINED  C-17  MANNING  PLAN 

Experience  management  uill  be  the  Key  to  manning  the  C-17  and 
other  airlift  systems  in  the  early  19S0's.  Concerns  Mill  be 
centered  around  training  and  mission  capability  as  pilots  are  tasked 
within  the  airlift  system  to  support  the  high  experience 
requirements  of  the  C-5,  the  remaining  C-141  and  C-130's  and  the  new 
C-17.  Oueral  1  airlift  mission  requirements  have  become  inore 
sophisticated  and  the  pilot  force  should  reflect  those  changes. 
Mission  accomplishment  is  euen  further  complicated  by  present  day 
pilot  absorption  and  the  decreased  experience  base  uithin  line 
units.  Planners  uill  need  to  address  all  of  these  factors  in 
preparation  for  C-17  operations.  This  chapter  Mill  first  review 
pilot  experience  concerns  with  application  to  the  early  1990’s.  The 
•  need  to  adjust  the  present  RDTM  experience  definitions  to  reflect 

the  evolution  of  the  airlift  mission  will  also  be  addressed.  Also, 
the  increased  presence  of  youth  uithin  the  airlift  systems 
necessitates  an  increase  in  the  manning  levels  of  training  personnel 
and  should  become  a  top  priority.  Chapter  four  outlined  problems 
uithin  the  C-S  pilot  force  and  in  this  chapter  further  consideration 
will  be  given  to  the  use  of  those  past  experiences  in  the 
preparation  of  the  final  C-17  manning  plan.  Examination  of  the 
force  structure  proposed  by  the  AMP  will  then  outline  specific 
problems  with  experience  management.  This  is  especially  important 
as  a  result  of  the  increase  in  C-5  aircraft  and  the  subsequent  ARF 
transfer  plan.  Finally,  a  review  of  the  programmed  180  PAA  C-17 
acquisition  uill  outline  the  need  for  a  concerted  plan  to  man  the 
active  force  requirement  of  nearly  1O00  pilots.  The  presence  of  an 
experience  base  upon  which  to  build,  is  the  stem  of  any  preparatory 
plan  for  manning  a  new  aircraft. 

MAC'S  mission  has  become  more  complex  over  the  past  feu  years. 
Experience  concerns  uithin  the  command  became  more  discernible  as 
execution  of  the  airlift  mission  became  more  specialized.  The  MAC 
statement  in  the  Readiness  Objectives/Constraints  and  Concerns 
chapter  of  the  Rated  Management  Document  states  the  situation  very 
well. 


...MAC  is  responsible  for  accomplishing  airlift  services 
during  peacetime  in  a  manner  that  uill  promote  the 
emergency  and  wartime  capability  of  assigned  forces  and 
insure  support  of  all  DOD  components.  The  task  of  meeting 
these  respons  ib 1  it ics  has  been  compounded  by  an  aging 
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aircraft  invtntorx  and  tha  naad  for  tnora  ipocialixad 
mission  capab i 1  it ias .  Tba  damand  for  a  qualifiad  and 
axpariancad  aircraft  commandar  and  instructor  forca  is 
basic  towards  masting  thasa  raspons ib il it ias .  <4iS-S> 

Tha  axparianca  problams  outl inad  in  chaptar  thraa  ara  currantlx 
plaguing  tha  airlift  forca  and  ara  uorKing  against  tha  attainmant  of 
incraasad  axparisnca  within  1  ina  units.  Tha  MAC  statamant  furthar 
axp 1  a  ins  , 

Ovarabsorb ing  naw  pilots  into  MAC  sxstams  is  raduc ing  tha 
stabilitx  of  tha  axpariancad  forca  and  aggravating  tha 
capabilitx  of  achiaving  and  maintaining  spacial  mission 
raquiramants  in  airdrop,  aarial  rafualing,  and  spacial 
oparations  low  laval.  In  ordar  to  maintain  nacassarx 
upgrada  capabilitias  in  tha  f utura ,  a  minimum  of  two  xaars 
stabilitx  is  raquirad  for  tha  aircraft  commandar  forca. 
<4ia-a> 


Tha  problam  has  baan  idantifiad,  but,  to  data,  MAC  has  baan  unabla 
to  implamant  a  ramadx •  In  fact,  malnlx  bacausa  of  incraasad 
spac ial  izat  ion ,  MAC  has  initiatad  a  raviaw  of  tha  RDTM  axparianca 
standards.  Incraasing  tha  axparianca  standards  will  axacarbata  tha 
problam,  but  it  is  an  assantial  manauuar  to  protact  futura  mission 
capab  i  1  itx . 

Tha  ROTM  axparianca  standards,  1 istad  in  chaptar  thraa,  wars 
astablishad  to  insura  that  tha  nacassarx  numbar  of  pilots  wara 
availabla  for  upgrada  to  aircraft  commandar.  Thasa  standards  hava 
ramainad  unchangad  s  inca  tha  aarlx  1970*sl  howavar ,  mission 
raquiramants  such  as  aarial  rafualing  in  tha  C-141  and  spacial izad 
parformanca  minimums  for  C-141  and  C-130  Spacial  Oparations  Lou 
Laual  missions  hava  changad  dramat ical lx •  Airlift  axparianca 
dafinitions  hava  not  Kapt  paca  with  mission  damands.  Hlghar 
axparianca  paramatars  ara  naadad  to  raflact  trua  mission 
raquiramants  and  than  managamant  actions  to  maat  thosa  standards 
must  ba  rigidlx  anforcad.  This  is  vitallx  important,  not  onlx  in 
viau  of  mission  naads ,  but  also  for  manning  support  of  futura  forca 
raquiramants.  If  futura  raquiramants  ara  to  ba  mat,  training 
rasourcas  will  naad  top  prioritx. 


In  1964  tha  MAC  training  1  ina  manning,  consisting  of  all  wing, 
squadron  and  transition  training  unit  instructor  pilot  and  flight 
axaminar  parsonnal  ,  was  far  balou  ethar  coiMn.snds  bx  comparison.  MAC 
training  1 ina  manning  stood  at  60X  whlla  tha  Tactical  Air  Forcas  and 
Stratagic  Air  Command  wara  mannad  93X  and  99’/.  raspactivalx  <14i — >. 
In  tha  past  tha  MAC  training  1 ina  was  baing  mannad  ”to  naad”  and  not 
a'ithor  izat  ions  bacausa  tha  larga  Influx  of  naw  pilots  did  not  occur 
and  incraasad  training  capabilitx  was  not  raquirad.  Howavar,  sinca 
baginning  ovarabsorpt ion ,  tha  training  1  ina  naadad  to  bo  rabuilt  to 
accomodata  tha  training  incraasa.  Add itional lx ,  racant 
authorization  Incraasas  in  both  tactical  and  stratagic  airlift 
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schoo  1  houses  caused  resource  manasers  s  ign  if  icarct  manning  problems. 
Absorption  has  Increased  the  importance  of  training  while  at  the 
same  time  decreasing  the  stability  of  the  experienced  line  crew 
force.  A  MAC/DPR  point  paper  prouides  the  recovery  direction 
needed  . 

Because  of  rapidly  declining  pilot  experience 
I  eve  1 s  ...  resource  managers  will  be  closely  scrutinizing 
assignments  out  of  rated  duties  and  out  of  the  command. 

Ue  Mill  be  limiting  access  to  the  rated  supplement  and 
Mill  man  the  force  line  before  staff  assignments.  AFIT 
eligibility,  although  not  discontinued,  will  also  be 
closely  monitored  to  limit  the  loss  of  experienced 
personnel.  In  the  past,  large  numbers  of  MAC 
p i 1 ot s  .  .  . have  been  committed  to  duties  outside  the 
command.  In  uieu  of  our  experience  limitations,  we  will 
need  to  restrict  that  Kind  of  movement  in  the  future. 
<13:4) 

These  actions  will  inevitably  cause  overmanning  in  the  line  units 
and  must  be  carefully  managed  to  preclude  development  of  problems 
similar  to  those  encountered  with  the  C-S  pilot  force. 

Repeat  of  similar  C-5  stagnation  problems  must  be  avoided  when 
the  C-17  is  built.  The  high  C-5  experience  standard  is  a  major 
cause  of  pilot  stagnation  and  the  advent  of  wing  life  troubles 
facilitated  the  problem.  To  avoid  recurrence  of  these  problems  C-17 
mission  requirements  must  not  preclude  the  assignment  of  recent  UPT 
graduates.  The  inability  of  the  C-5  to  sustain  itself  by  growing 
its  own  experience  is  a  major  lesson  to  be  learned  and  applied. 

Entry  of  initial  assignment  pilots  must  be  established  as  early  as 
possible.  Their  entry  will  also  help  relieve  the  large  ‘bow  wave* 
loss  of  experience  needed  for  the  150  tentative  initial  cadre 
requirements.  Once  again  experience  management  becomes  the  central 
concern  . 

Across  the  board,  experience  availability  for  all  airlift 
systems  will  drive  the  actual  1990's  manning  plan  for  the  C-17.  The 
projected  pilot  distribution  for  strategic  and  tactical  airlift, 
figures  3-1  and  3-3,  graphically  portrays  the  resources  that  may  be 
available  in  1990  depending  on  retention.  The  proposed  AMP  force 
structure  Mill  heavily  impact  pilot  requirements  for  each  system  as 
well  as  pilot  retention.  The  active  force  pilot  requirement,  as 
already  discussed,  depends  upon  the  number  of  aircraft  dedicated  to 
either  active  or  associate  units  and  the  crew  ratio  assigned. 
Retention,  as  always,  remains  more  of  an  enigma.  As  airlift  assets 
are  transferred  to  the  ARF  the  possibility  of  lowered  retention 
becomes  more  of  a  reality.  The  ARF,  to  a  large  degree,  depends  upon 
the  pool  of  active  force  pilots  for  their  recruiting  endeavors. 
Future  ARF  forces  will  be  significantly  larger  and  will  be  comprised 
of  a  much  wider  array  of  airlift  systems.  The  loss  of  active  force 
C-141  and  C-5  pilots  and  possibly  C-130  pilots  to  meet  the  ARF's  new 
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C-5  comml-tiMn-t  may  prova  -to  ba  a  ign  If  leant .  Tharafora,  tha  impact 
of  tha  forca  mix  la  Important  to  tha  tha  activa  forca  in  tarma  of 
ratantion  and  tha  ability  to  man  axiating  activa  airlift  ayatama 
uhila,  at  tha  aama  tima,  projacting  C-17  manning. 

In  chaptar  tuo  tha  ouarall  C-17  raquiramant  uaa  aatabl iahad  aa 
180  PA8  aircraft,  13&  of  vhich  uill  driva  activa  forca  manning 
naada.  Tha  other  46  aircraft,  aaa ignad  to  raaarva  forcaa,  uill  alao 
drau  pilota  from  tha  activa  inventory.  In  thia  altuation,  in 
addition  to  tha  factora  cited  abova,  tha  potential  reduction  of 
active  force  pilot  atrangth  ia  unKnoun.  Cloaa  acrut in Izat ion  of 
airlift  pilot  manning  lavala  uill  obvioualy  be  naadad.  If  retention 
dropa  to  lata  1970'a  lavala,  tha  impact  will  ba  much  uorae  than  ua 
have  aaan  in  tha  paat  fau  yaara.  Tha  large  Viet  Nam  era  pilot 
aurplua  ia  no  longer  available  to  bacKfill  line  unit  loaaea.  Force 
planning  and  trend  obaarvanca  bacomaa  more  critical  aa  a  result  of 
these  unKnoun  variables.  Tha  projected  1990  inventory  of  airlift 
pilota  bfcomaa  tha  foundation  for  manning  all  future  airlift 
ayatama . 

Tha  C-17,  aa  designed  and  advertised,  uill  conduct  intar  and 
intratheatar  airlift.  Tha  tactical  and  strategic  mlaalona  meld 
together.  Filling  approximately  1000  activa  forca  line  pilot 
raquirrmanta  for  tha  C-17,  including  wing  overhead,  uill  praaant  a 
substantial  challenge.  Remaining  activa  forca  C-141  and  C-lSO  pilot 
requirements  uill  also  demand  attention.  Meeting  tha  C-17 
raquiramant  uill  necaaaitata  a  mixture  of  tactical  and  strategic 
axpartlsa.  Ra  C-17  mission  raqu  Iramants  become  more  defined, 
planners  can  evaluate  the  axiating  crew  forca  and  devise  tha 
long-range  manning  plan  that  uill  meat  the  operational  needs  of  all 
airlift  systems.  Even  though  the  C-141  and  C-130  pilot  resources 
presently  support  higher  experience  requiramanta  uithln  strategic 
and  tactical  airlift  systems,  they  both  repraaent  the  majority  of 
C-17  inputs.  For  example,  tha  C-141  has  buen  tha  crutch  of  the  C-9 
forca  in  recent  yaara  and  if  the  C-9  remains  unable  to  reganarato 
its  own  axpar  lance,  tha  C-141  will  probably  remain  it's  primary 
source  of  pilota.  On  tha  other  hand,  the  C-130  provides  experiancad 
pilota  for  MC-130  forca  growth.  The  strategic  and  tactical  airlift 
pilot  inventories  nearly  mirror  each  other  in  distribution  and  an 
equal  representation  of  each  to  support  the  C-17  pilot  force  uill, 
in  all  llKelihood,  be  required. 

Tha  C-17  is  a  necessary  addition  to  the  airlift  forca.  It  is 
needed  not  only  to  offset  tha  airlift  shortfall,  but  to  also  provide 
for  future  force  modernization.  Manning  this  new  system  becomes 
another  concern  that  must  be  realistically  inspected  in  respect  to 
pilot  experience  levels  and  the  ability  of  the  airlift  pilot  force 
to  support  the  requirement.  This  study  provides  a  look  at 
experience  management  concerns  within  tha  airlift  pilot  for.e  by 
examining  the  current  and  projected  strategic  and  tactical  airlift 
pilot  force  inventories.  Application  of  answers  to  these  concerns 
is  important  to  MAC'S  ability  to  man  airlift  requirements  in  the 
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